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1. Study Purpose 

State Route 37 (SR 37) is the most traveled east-west corridor in the North Bay.  The corridor has significant 

travel delays and storm-related flooding frequently inundates the corridor .  Westbound traffic congestion 

on weekday mornings lasts approximately six hours causing an average delay of thirty minutes. Eastbound 

traffic congestion on weekday afternoons lasts roughly seven hours resulting in an average delay of eighty 

minutes.     

The four North Bay County Transportation Agencies (CTAs), Napa Valley Transportation Authority (NVTA), 

Transportation Authority of Marin (TAM), Solano Transportation Authority (STA), and Sonoma County 

Transportation Authority (SCTA), formed a policy committee to address congestion and sea level rise along 

the corridor.  The SR 37 policy committee is evaluating near- and long-term improvements  for the corridor . 

Based on earlier work completed by UC Davis and Caltrans, the corridor was broken into the following three  

segments for the SR 37 Transportation and Sea Level Rise Corridor Improvement Plan and Design 

Alternative Analysis which have been generally maintained for this study : 

Segment A ð From US 101 to the signalized SR 121 Intersection at Sears Point, SR 37 is a four-lane express 

way with 3.4 miles in Marin County and 3.9 miles in Sonoma County.   

Segment B ð From the signalized SR 121 Intersection at Sears Point to Mare Island, SR 37 becomes a 

two-lane conventional highway with a median barrier as it crosses the Napa-Sonoma marshlands from 

SR 121 to Mare Island with 2.3 miles in Sonoma County and 7 miles in Solano County. 

Segment C ð From Mare Island to I-80, SR 37 is a four lane freeway, mostly on elevated roadways and 

structures, for 4.4 miles within  Solano County. 

A key component to address congestion along the corridor is the proposed widening of Segment B to 

eliminate the bottleneck caused by the 9.3-mile two-lane section.  This could be a two-phase project with 

an initial reversible high-occupancy vehicle (HOV) lane or four -lane facility utilizing the shoulder, largely 

within the existing right -of-way addressing the immediate need for traffic congestion relief, with an ultimate 

project of a four-lane facility with a general purpose and HOV lane in each direction and the elevation of 

Segment B.  Phase 2 would most likely be funded by tolling the roadway.   

In addition to evaluating highway infrastructure improvements, the CTAs are also evaluating other modes 

of travel along the corridor to both relieve congestion and to address equity questions that have emerged 

as part of the tolling proposal including studying fixed-route t ransit, microtransit , and improved pooling  

service along the corridor.  The CTAs are also studying ferry and rail service as part of a separate effort.  

There is currently no east-west transit service along the corridor. 



 

SR 37 Travel Behavior & Transit Feasibility Study 

May 3, 2019 

 2 

The purpose of this study is to understand the demand and propensity to use transit and non-single 

occupant vehicle options on SR 37 to relieve congestion and address equity concerns.  This report presents 

a summary of a four-step right -sized transit analysis approach and methodology along with an evaluation 

of potential transit options including future considerations.  A non -single occupant vehicle opportunities 

and constraints analysis is also presented. 

The purpose of this report is to describe the methodological approach and present an analysis of non -

single occupant vehicle options evaluated as part of this study, including a qualitative and quantitative 

assessment of the potential effectiveness of each option and the reasoning behind the determination, 

followed by a recommendation of non -highway infrastructure improvements for near- and long-term 

implementation.  Potential improvements evaluated include but were not limited to fixed route bus service, 

microtransit , and pooling options . 

The hope is that the improvements recommended as part of this study will incrementally reduce the number 

of single-occupant vehicles, thus reducing congestion, along SR 37 as near-term and long -term highway 

infrastructure improvements are implemented.  To illustrate the advantages of getting people out of their 

single-occupant vehicles, the image below shows the typical space occupied in a city street by three 

common modes of transport - cars, bicycles and a bus - to illustrate the efficiency of public transport and 

alternative modes of travel.1 

 

                                                      
1 http://www.cyclingpromotion.org/promotional -resources 

http://www.cyclingpromotion.org/promotional-resources
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2. Key Findings 

This chapter provides a bulleted summary of key findings from the travel markets assessment and transit 

options evaluation conducted as part of this study.  

2.1 Travel Markets Assessment 

Å The SR 37 corridor primarily serves lower density, dispersed development patterns 

Å A right -sized transit approach would classify the travel market as a many-to-many demand 

landscape with just a few trip centers  

Å The primary travel market is Solano residents accessing job centers in Marin/Sonoma counties 

Å A majority of travelers are not going to a high -capacity rapid transit service 

Å The corridor serves mostly long distance, work-related trips 

Å A high percentage of corridor trips are made by those earning at or below the median Bay Area 

income of $100,000 

Å The travel markets assessment suggests on-demand and enhanced pooling services as opposed 

to fixed route service but that some express bus opportunities exist  

2.2 Transit Options Evaluation 

Å An express bus route is proposed between Fairfield-Vallejo and Novato 

Å Enhanced pooling services are proposed including an expanded park-and-ride system with bus 

and transportation network company (TNC) connections, a software-as-a-service (SaaS) platform  

with rewards, and subsidies for low-income and disabled persons for environmental justice 

Å A minibus service is proposed along SR 37 that follows a semi-fixed route, generally along the 

proposed express bus route, and utilizes the proposed express bus stop locations, many of which 

are located at new or existing park and ride lots 

Å A TNC subsidy was determined to be cost-prohibitive due to the length of observed trips and lack 

of TNC supply but that there might still be a role for TNCs as a first and last mile connection  at 

the ends of the corridor  
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3. Opportunities & Constraints 

This chapter describes non-single occupant vehicle opportunities and constraints  for the SR 37 corridor 

based on a review of other relevant studies, existing survey data, and local knowledge of the corridor .  

3.1 Other Relevant Studies 

Fehr & Peers reviewed four recent and relevant studies to help understand opportunities and constraints 

as well as the range and potential effectiveness of non-highway infrastructure solutions for the corridor.   

The findings are discussed in detail below. 

3.1.1 SR 37 Survey & Focus Groups 

Moore Iacofano Goltsman, Inc. (MIG) convened and conducted six focus groups with the purpose of 

collecting detailed input from area residents who travel the SR 37 corridor regularly. The feedback received 

through the focus groups was supplemented with input collected through an online survey to provide a 

deeper understanding of the habits and concerns of SR 37 commuters. The focus group recruitment strategy 

was designed to reach a variety of travelers from each of the four North Bay counties and low-income and 

minority populations. 2 

Below is a bulleted summary of pertinent information from the surveys and focus groups.  

Å 19 percent of daily users identified their primary mode of travel as carpooling , anecdotally a very 

high percentage for a non-urban corridor and indicative of demand for improved pooling service  

Å 45 percent of daily users identified their trip purpose as work-related, anecdotally a very high 

percentage and the trip purpose most common ly served via transit and pooling services 

Å 52 percent of daily users indicated they traveled the corridor multiple times a week, suggesting 

frequent usage of proposed transit and po oling options  

Å More than 50 percent of users had an income at or below the m edian Bay Area income, an 

income group typically shown to have a high er transit usage rate than those above the median 

Å Lakeville Highway and Highway 121 were identified as alternative routes, suggesting potential 

benefits to those routes if vehicle travel is reduced along SR 37 

                                                      
2 https://scta.ca.gov/wp-content/uploads/2018/09/3 -SR-37-Focus-Group-Report_3-20-18-Final.pdf 

https://scta.ca.gov/wp-content/uploads/2018/09/3-SR-37-Focus-Group-Report_3-20-18-Final.pdf
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Å 29 percent of daily users said they would be willing to use  transit, indicating demand for 

non-highway infrastructure solutions for the corridor  

Å Commuters and other frequent users indicated they modified their schedules to avoid traffic, 

revealing secondary quality of life impacts due to anticipated congestion along the corridor  

3.1.2 Go Dublin! Rideshare Promotion 

Go Dublin! is a rideshare promotion where Wheels will pay for 50 percent of a riderõs fare, up to $5.00, for 

any rides with UBER, Lyft or DeSoto Cab Company within the city limits of Dublin, which includes both 

Tri-Valley BART stations.3 

Below is a bulleted summary of pertinent information from the GoDublin! Program Evaluation and 

discussions with the GoDublin! Program Evaluation project manager. 

Å The program only facilitated short intra -city trips and access to high-capacity rapid transit 

systems, very different trip types than what occur along SR 37   

Å The project manager was not aware of any pilot programs similar to Go Dublin! for long distance 

city-to-city trips and was unsure how such a system would perform  

Å The subsidy was a maximum of $5 with an average subsidy amount of $3.07, much lower than the 

likely subsidy amount required for SR 37 trips to achieve a 50 percent fare subsidy due to the 

length of the corridor   

Å Additionally, many riders complained the subsidy was insufficient for their relatively short trip  

Å The project manager suggested trying a fixed-fare structure for SR 37 but acknowledged the 

subsidy amount would likely  be cost prohibitive due to the length of trips  

Å Although the program had a shared ride requirement, only four percent of the 8,200 trips had 2 

or more persons other than the driver and zero trips had 3 or more persons.  The project manager 

explained that this was due to lack of an effective enforcement method, overall low demand due 

to the suburban nature of the city, and lack of concentrated trip centers despite the inclusion of 

two BART stations within the program limits. 

Å The project manager indicated the capped subsidy may have been a deterrent to low income 

persons because the cost ended up being higher than the cost for taking the bus but with lower 

wait and travel times, metrics difficult to attach a monetary value to 

Å The project manager indicated the program was a success and that the program was extended  

                                                      
3 https://www.wheelsbus.com/godublin/  

https://www.wheelsbus.com/godublin/
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Å A key lesson learned was that they needed to perform additional analysis to better understand 

their potential market so they can advertise better and directly market to potential riders  

3.1.3 UCSF TDM Plan 

University of California San Francisco (UCSF) is in the process of updating their Transportation Demand 

Management (TDM) plan.  Below is a bulleted summary of pertinent information from speaking with the 

Fehr & Peers project manager Teresa Whinery. 

Å UCSF already maintains a robust TDM program and the focus of the update was on commuters to 

UCSF, suggesting findings are potentially applicable to the SR 37 corridor due to the high 

percentage of work-related trips. 

Å The study is evaluating app-based ride-matching programs to publicize and prov ide flexible 

carpooling options, cash allowances for individuals who carpool rather than drive alone, transit 

subsidies paid directly to a Clipper card, reduced monthly fares for vanpool riders and drivers, and 

TNC subsidies similar to Go Dublin!. 

Å The study determined that if monthly subsidies were provided, the most cost -effective mode to 

subsidize would be carpooling.  However, they also acknowledged that enforcement would be 

difficult and there would be potential abuse of  the program.   

Å Furthermore, they concluded that dynamic ride matching services were the most cost-effective of 

the carpooling options and that partnerships with ridesharing firms such as Waze and Scoop may 

continue to help support carpooling at minimal co st to the University. 

Å The study determined that the highest end of a feasible carpool mode share range was around 

15 percent of all person trips, lower than the current carpooling percentage for SR 37, but 

acknowledged this was partly due to the already high transit usage driven by the existing TDM 

program whereas the SR 37 corridor currently has no east-west transit service. 

Å The study also determined that a TNC subsidy was only cost-effective for employees who lived 

within an estimated $15 Lyft or Uber ride from their primary place of work, a cost that is likely 

much lower than the average cost for a SR 37 corridor user due to the length of the corridor.  

3.1.4 TAMõs òGetSMARTó Lyft Partnership 

The GetSMART program is a partnership with Lyft, Inc., a Transportation Network Company, and 

Whistlestop, a non-profit mobility provider, to provide first and last mile services to Marin Countyõs new 

Commuter Rail Line SMART. The program provides a $5 off coupon through the Lyft app for shared rides 

to and from the SMART stations. The program provides a curb to curb, on-demand service using Lyftõs app 

and drivers, and shared rides are required to reduce vehicle trips where possible. Since March of 2018, Lyft 
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has provided carbon offsets effectively providing a carbon neutral  ride. TAM has budgeted $70,000 for this 

service and reimburses Lyft for rides on a per ride basis.4 

Below is a bulleted summary of pertinent information from TAMõs 

òGetSMARTó Lyft Partnership Program Evaluation document.  

Å The primary program goal is to serve first and last mile 

needs for SMART, much different than the primary 

needs for the 9.3-mile Segment B but likely in line with 

the first and last mile needs of SR 37 users at the start 

and end of the corridor  

Å The GetSMART program is app-based with a telephone 

option for non -smartphone users 

Å The program is geo fenced with set drop-off locations, 

a feature likely needed to reduce costs for the SR 37 

corridor  due to the length of the corridor and size of 

the travel market  

Å The maximum program subsidy is $5, much lower than 

the likely subsidy amount required for SR 37 trips to 

achieve a 50 percent fare subsidy due to the length of 

the corridor  

Å Ridership grew steadily during th e initial year of service, 

and provided a total ridership of 6,372 rides, indicating 

demand for an app-based on-demand service in Marin 

Å It was determined that the program p rovided a low-cost mobility option in terms of total costs, 

and in cost effectiveness as measured on a per hour, per mile, and per passenger cost, even with 

ADA costs factored in   

 

 

 

                                                      
4 https://www.tam.ca.gov/lyft /  

https://www.tam.ca.gov/lyft/
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3.2 Opportunities 

Below is a bulleted summary of non-single occupant vehicle opportunities for the SR 37 corridor. 

Å The SR 37 corridor is a òclean slateó with no east-west transit service provided today, necessitating 

no need for integration with existing services but coordination with SMART on the west and 

SolTrans and FAST on the east 

Å The SR 37 corridor is very congested with roughly 19 percent carpooling, indicating there is a 

market for and an opportunity to bolster existing carpooling  rather than providing new options  

Å HOV lanes are proposed and currently being studied for Segment B, which would likely 

incentivize transit and pooling options  to bypass congestion 

Å Tolling is proposed and currently being studied for Segment B, which would like ly further 

incentivize transit and pooling options, especially for users who cannot afford the toll or do not 

wish to pay the toll  

Å 29 percent of SR 37 frequent users said they would use transit services if they were provided, 

indicating there is a market for transit along the corridor despite the lack of existing services 

Å Park and ride lots exist near the corridor and near the origins and destinations of existing users 

Å STA are beginning construction on the Solano Fairgrounds express bus stop on July 1, 2019, with 

future plans to construct a park and ride at the Fairgrounds 

Å The corridor is roughly 45 percent work-related trips, the most common trip purpose served by 

transit   

Å 52 percent of daily users indicated they traveled the corridor multiple times a week, suggesting 

frequent usage of proposed transit and polling options  

Å The survey indicated a high percentage of trips are made by those earning at or below the 

median Bay Area income, an income group that is typically shown to have a higher transit usage 

rate than those earning above the median income 

Å Proposed transit and pooling options have a high potential for secondary benefits as many 

current users indicated they rearranged their lives in response to anticipated congestion and used 

Lakeville Highway and Highway 121 as alternative routes 

Å STA, NVTA and TAM are in contract with RideAmigos which interfaces with Scoop and TNCs, 

providing a cost-effective and efficient means to offer a mobility app, subsidies, and rewards for 

non-auto modes of travel  

Å GetSMARTõs success indicates there is demand for app-based, on-demand ridesharing services in 

Marin 
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3.3 Constraints 

Below is a bulleted summary of non-single occupant vehicle constraints for the SR 37 corridor. 

Å The SR 37 corridor is a òclean slateó with no east-west transit service provided today, resulting in a 

lack of available transit usage and propensity data for planning purposes 

Å Auto ownership is likely very high for corridor users due to the lack of existing non -auto options 

for SR 37, suggesting it may be difficult to shift people out of their vehicles due to their familiarity 

with and investment they have made in their personal vehicle 

Å Although it is congested for many hours of the day, t he SR 37 corridor has a relatively low volume 

of travelers in both direction s in the AM and PM peak periods, necessitating a high market 

capture rate to make fixed-route transit feasible 

Å As shown on the figure below, a large portion of most userõs commutes are in free flow with the 

exception of a singular bottleneck on Segment B, resulting in two important considerations.   

Ƃ Will people stop if they are in free flow for so long already?  

Ƃ Will people be willing to transfer at either end of their trip to  travel 5+ miles? 

Å Additionally, the morning eastbound commute is in free flow across the entire 21-mile corridor, 

making incentivizing mode shift potentially difficult  

Å The SR 37 corridor has a very dispersed travel pattern with many origins and destinations , which 

traditionally are not served well by fixed route transit 

Å The SR 37 corridor is 21 miles long, suggesting very long distance trips, which are traditionally not 

served well by fixed route transit and may be cost prohibitive to operate and subsidize  

Å There is a lack of TNC supply along the corridor as TNC drivers can make more money doing 

short distance trips in Oakland or San Francisco 

Å A TNC subsidy would likely be cost-prohibitive due to the length of trip  

Å Most travelers are not going to a high -capacity rapid transit service such as SMART or a ferry, 

suggesting low tolerance for transfers  

Å The corridor serves dispersed development patterns, suggesting first and last mile requirements 

may need to serve the first and last five or more miles, further suggesting low tolerance for 

transfers and non-auto modes of travel  
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4. Study Methodology 

Fehr & Peers collected relevant baseline data for the entire SR 37 corridor from a variety of sources to gain 

a robust understanding of how the SR 37 corridor is currently being utilized by auto traffic.  Data from the 

various sources were combined and analyzed to identify and quantify auto travel demands and the origin -

destination and demographic characteristics of auto travelers along the corridor.   The existing 

transit-serve-able auto travel markets were then identified for evaluation of pote ntial transit solutions for 

the SR 37 corridor. The analysis was intended to provide the four North Bay CTAs, stakeholders, and the 

public with a new and robust understanding of travel behavior on the SR 37 corridor.  

4.1 Study Segments  

In order to understand  the various travel markets served by the 21-mile corridor, t he analysis generally 

maintained the following three segments f rom the SR 37 Policy Corridor Study and Design Alternative 

Analysis: 

Segment A ð From US 101 to the signalized SR 121 Intersection at Sears Point, SR 37 is a four-lane express 

way with 3.4 miles in Marin County and 3.9 miles in Sonoma County.   

Segment B ð From the signalized SR 121 Intersection at Sears Point to Mare Island, SR 37 becomes a 

two-lane conventional highway with a median barrier as it crosses the Napa-Sonoma marshlands from 

SR 121 to Mare Island with 2.3 miles in Sonoma County and 7 miles in Solano County. 

Segment C ð From Mare Island to I-80, SR 37 is a four lane freeway, mostly on elevated roadways and 

structures, for 4.4 miles within Solano County. 

However, as shown on the figure below, Segment C was split at SR 29 to better understand the travel 

markets served by the section between I-80 and SR 29 and the section between SR 29 and Mare Island 

given the level of interact ion between SR 37 and SR 29.  An additional segment was also added on Sonoma 

Highway (SR 121) at the Napa/Sonoma county line to understand the travel markets served by the key 

parallel route identified by the surveyed daily users of SR 37.  
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For the purposes of travel market identification, the following five segments were analyzed, which are shown 

on Figure 1 . 

1. Segment A - US 101 to Sears Point 

2. Segment B - Sears Point to Mare Island 

3. Segment C - Mare Island to SR 29 

4. Segment C - SR 29 to I-80 

5. Sonoma Highway (SR 121) at the Napa/Sonoma County Line 

Figure 1: Study Segments 

 

4.2 Travel Markets 

The focus of the analysis was on establishing the size of the potential transit market s for the five SR 37 

segments discussed above.  Key existing auto travel markets were identified for each segment to help 

determine if there are markets that can feasibly and cost-effectively be served by transit.  The study focused 

on identify groupings of origin -destination patterns with demographic characteristics consistent with other 
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transit users in the Bay Area.  The analysis also identif ied the percentage of the origin -destination patterns 

that are small with dispersed origins and destinations which are traditionally  difficult to serve by transit.  

This travel market analysis will help communicate to the CTAs, stakeholders, and the public the size of the 

potential transit markets, the relative benefits, and the cost-effectiveness of providing transit investments 

in the corridor, and it will create a useful framework for considering SR 37 transit plans over the longer term. 

4.3 Data Collection 

Fehr & Peers collected and analyzed data from two primary types of data.  Traffic count data was collected 

and analyzed to determine the absolute size of the travel markets for each segment and mobile device data 

was collected and analyzed to determine the origins and destinations of users of each segment.  Home and 

work information was also obtained from the mobile device data in order to obtain trip making and 

demographic characteristics of the users of each segment.    

4.3.1 Traffic Count Data 

Traffic counts play a pivotal 

role in any travel markets 

assessment as they provide 

the total directional traffic 

volume by desired time 

period at the survey data 

locations that can be used 

as a control total to ref ine 

data collected via other 

methods. 

Traffic count data was collected from the Caltrans Performance Measurement System (PeMS) for each of 

the five study segments.  Data was averaged for an average commute day (Tuesdays, Wednesdays, and 

Thursdays) when school was in session (March to May 2018) for the AM peak period (6 AM to 10 AM) and 

the PM peak period (3 PM to 7 PM). 
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4.3.2 Mobile Device Data 

Fehr & Peers has worked with numerous mobile device data providers over the years.  For this travel market 

assessment, Fehr & Peers purchased Cuebiq-based origin -destination mobile device data from StreetLight 

Data5 given their demonstrated experience supporting similar travel market assessment studies such as the 

San Pablo Multimodal Corridor Study and the SAMTRANS Express Bus Study.  StreetLight Data was also 

selected because of their InSight Portal which offers a quick, convenient, and flexible method for obtaining 

data, as well as their ability to provide advanced metrics such as trip lengths, trip purposes, and 

demographic information based on observed home locations.  

4.3.2.1 Zone System 

Origin-destination data purchased from StreetLight Data was tagged to a geographic layer of 180 zones 

shown on Figure 2 .  The zone system was designed to understand trips originating in the corridor that 

could potentially be served by transit.  The zone system was coordinated with the TAZ system from the MTC 

travel demand model for comparison and future/alternative forecasti ng purposes.  

Figure 2: Zone System  

 

                                                      
5 https://www.streetlightdata.com/  

https://www.streetlightdata.com/
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In addition to the 180 -zone system, each of the five study segments was included as a òmiddle-filteró zone 

for which the origin and destination of trips travel ing through each segment was captured and tagged to 

the 180-zone system.  Isolating trip data for each study segment allowed t raffic count data to be used to 

factor the sample of trips provided by StreetLight Data to estimate the absolute demand for each origin -

destination pair and travel market .  

The final geographic layer of 180 zones and five òmiddle-

filteró locations were provided to StreetLight Data.  

StreetLight Data tagged òorigin-destination pointsó to the 

geographic layer and provided origin -destination trip 

tables based on mobile devices that provide the number of person trips for each zone to zone origin -

destination pair for all trip purposes that occur within the study corridor, including visitor and pass -through 

trips.  Trip tables were provided that index ed the number of trips between each zone that traveled through 

each òmiddle-filteró study segment.  A separate trip table was provided for each òmiddle-filteró zone, 

effectively providing three points of travel for each origin -destination zone pair (the origin location, the 

roadway segment the person trip traveled through, and the destination location). The data was provided in 

a format nearly identical to that produced by a travel demand model which will allow for comparison and 

refinement with the MTC model.  

4.3.2.2 Data Period 

Data was purchased for a single data period (March to May 2018) when school was in session that coincided 

with the traffic count data collection period .  This also ensured the data was consistent with the MTC model 

outputs as travel demand models are typically developed to forecast an average day when school is in 

session from a specified year. 

4.3.2.3 Data Products 

Fehr & Peers carefully reviewed the Scope of Work and conclusions the 

policy committee wished to draw for the corridor and purchased from 

StreetLight Data the following three app-based location data products, 

which provide a very large sample of true origin -destination data 

passively and anonymously:  

Å Cuebiq-based origin and destination data  

Å Cuebiq-based home and work place distribution  

Å Cuebiq-based origin and destination òmiddle-filteró data for each of the five study segments 
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The data was stratified as described below. 

Å Day Type ð average weekday (Tuesday to Thursday), Friday, average weekend day (Saturday to 

Sunday)  

Å Day Part - Early AM, AM Peak Period (6 AM to 10 AM), Mid-Day, PM peak period (3 PM to 7 PM), 

Late-Night, and Daily 

Premium trip and traveler metrics were also obtained for the Cuebiq-based data, providing trip length, trip 

purpose, and demographic data based on 2010 American Community Survey (ACS) data. 

  

4.3.2.4 Data Scaling 

Due to privacy concerns and sample rates, the indexed trip values in the origin-destination trip tables 

provided by StreetLight Data represent òrelativeó rather than òabsoluteó trips.  In other words, the tables do 

not provide the to tal number of trips that occur on a daily basis but provide the relative relationship of trips 

from each zone to every other zone in the geographic layer.  Therefore, the mobile device data origin-

destination trip tables are used as a starting point due to  their large sample size and high level of confidence 

in the origin -destination data and refined using traffic count data to factor the relative trip data to represent 

a single period of absolute data. 

Fehr & Peers analyzed the mobile device data and utili zed the traffic  count data obtained from PeMS for 

the same data period as the mobile device data to scale òrelativeó travel patterns to an òabsoluteó measure 

of trips in the AM and PM peak periods for all five study segments .   
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4.3.2.5 Data Limitations  

Limitations of mobile device data are largely due to federal regulations over privacy concerns, sampling 

rates, and the reliance on computer algorithms, which lead to potential biases in the data.  A detailed 

discussion of mobile device data limitations and potential biases is provided in Appendix A .    

4.4 Transit/Vanpool Inventory 

Fehr & Peers developed a list and geocoded existing transit hubs and park and ride facilities in the vicinity 

of the SR 37 corridor.  Using the mobile device data and travel market assessment findings Fehr & Peers 

recommended potential locations for additional park and ride facilities that would enhance and encourage 

transit and pooling . 

4.5 Service/Infrastructure 

Recommendations 

Fehr & Peers suggested a logical approach to deploying fixed-route transit on the corridor considering the 

five systems that currently operate within the vicinity of SR 37.  Headway and hours of operation data were 

recommended along with a high -level capital and operations annual cost estimate. 
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5. Travel Markets Assessment 

Fehr & Peers utilized a òRight-Sized Transitó four-step analysis approach to determine the travel markets 

and propensity to use transit and non-single occupant vehicle options on SR 37 prior to the evaluation of 

potential transit options  which are discussed in the next chapter.  This chapter presents a summary of the 

travel markets assessment analysis approach and findings. 

The figure below illustrates at a high-level the three types of transit included in a òRight-Sized Transitó 

analysis and the types of travel markets they are most appropriate to serve.  As discussed in Chapter 3, the 

initial impression of the SR 37 corridor is that it serves lower density, dispersed development patterns, which 

suggests on-demand and pooling as opposed t o fixed route service.   

 

As discussed in the previous chapter, traffic count and mobile device data was collected and analyzed for 

all five study segments to determine the auto travel markets served by the corridor  and Sonoma Highway 

at the Napa/Sonoma county line.  However, the focus of the travel markets assessment was on Segment B 

in the AM peak period due to the bottleneck created by the 9.3-mile two-lane section, the proposed 

widening of Segment B, and because the AM Peak Period is typically when the modal decision is made.  

Data was also analyzed for Segment B in the PM peak period to ensure all potential travel markets were 

captured and understood prior to the evaluation of potential transit options.  
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5.1 Who is using the corridor? 

The first step in the travel markets assessment process is to determine who is using the corridor.  The 

objective of this analysis is to determine the absolute magnitude of travel along the corridor as well as the 

origins and destinations of the users of the corridor.   

5.1.1 Magnitude of Travel 

Traffic count data was collected from PeMS for each of the five study segments.  Data was averaged for an 

average commute day (Tuesdays, Wednesdays, and Thursdays) when school was in session (March to May 

2018) for the AM peak period (6 AM to 10 AM) and the PM peak period (3 PM to 7 PM).  Table 1 summarizes 

the traffic count data collected for each of the five study segments.  Bold indicates the highest four -hour 

traffic volume for each study segment.  Yellow shading indicates traffic count data for Segment B in the AM 

peak period, the focus segment and time period for the travel market assessment.  

Table 1:  4-Hour AM and PM Peak Period Traffic Count Data  

Direction and 

Period  

SR 37 

SR 121 at the 

County Line  

Segment A:       

US 101 to     

Sears Point 

Segment B:  

Sears Point to 

Mare Island  

Segment C:  

Mare Island to 

SR 29 

Segment  C:       

SR 29 to I -80 

Westbound AM 6,200 4,300 3,900 7,100 3,800 

Eastbound AM 3,100 3,400 3,600 7,200 3,700 

Westbound PM 3,600 3,700 4,600 7,800 4,600 

Eastbound PM 5,200 4,600 4,400 9,800 4,400 

Source: Fehr & Peers.  

As shown in Table 1 , traffic volumes in the morning are greater in the westbound direction than in the 

eastbound direction from SR 29 to US 101, with 4,300 vehicles traveling along the two-lane Segment B 

bottleneck between Mare Island and Sears Point.  In the afternoon, 4,600 vehicles travel in the eastbound 

direction along the two-lane Segment B bottleneck between Sears Point and Mare Island.     

The traffic count data indicates that th e SR 37 corridor has a relatively low volume of vehicles in both 

directions in the AM and PM peak periods  (roughly 16,000 on Segment B) when compared against nearby 

transit corridors such as US 101 (roughly 85,000 just North of San Rafael) and SR 29 (roughly 25,000 north 

of American Canyon Road), necessitating a high market capture rate to make fixed-route transit feasible.  
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Figure 3 illustrates the four-hour AM peak period traffic counts in the westbound and eastbound directions 

for all five study segments. 

Figure 3: Four-Hour AM Peak Period Traffic Counts 

   

5.1.2 Origins and Destinations 

Cuebiq-based origin and destination òmiddle-filteró data for each of the five study segments was analyzed 

and scaled to match the traffic count data  presented in Section 5.1.1 to determine the origins and 

destinations of users of each of the SR 37 study segments.  The following tables and figures provide a 

summary of the origins and destinations of users of the SR 37 corridor with a focus on the AM peak period 

and Segment B from Sears Point to Mare Island.  Origin and destination data for all directions, time periods, 

and study segments are provided in Appendix  B. 

5.1.2.1 Study Segment Comparison    

The tables presented below summarize the relative origins and destinations of users of the five study 

segments for comparison purposes.  Table 2  summarizes the westbound AM county-level origins and 

destinations for each of the five study segments.  Bold indicates the highest origin and destination 

percentage share for each of the five study segments. 














































































